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Abstract
Title of Dissertation:
Assessing the Potential Impacts of Casualty
Investigation to Maritime Safety and Security: The Case of Uganda.
Degree:

Master of Science

This dissertation is a study of how maritime safety and security in a land locked
country specifically Uganda and those similar to it are impacted by the results of
Casualty Investigation of serious incidents.
The scope of the study shall analyse the procedures followed in conducting a safety
investigation in line with both the International Frame work and National legal backing.
The purpose of the study is to identify the missing gaps experienced during an
investigation and find out the impacts these investigations have had on the safety,
security and usage of maritime transport in the country. The problems faced during
investigation and major causes of accidents on inland water transport were also
identified assessed and plausible measures suggested for their non-occurrence.
Maritime safety and security are a conduit for the development of water transport and
shipping in any country which evolve into economic growth due to increase in trade
leading to quality economic development of a nation.
The process and the methodologies suggested and approved by IMO specifically the
Casualty Investigation Code and the ISPS code were evaluated to get their alignment
with the National Law of the country. All sources and data collated were carefully
examined and analyzed in line with the objective and the scope of the study.
Finally, the last chapters indicate evaluated and explained results attained from the
country that enable casualty investigations in line with SOLAS, MARPOL and
COLREGs with the CI guide lines as adopted according the MSC Resolution 255 (84)
of IMO. The ultimate effects of the safety and security of maritime transport are stated
and the recommendations suggested.
KEYWORDS: Maritime Safety, Maritime Security, Casualty Investigation, Safety
Investigation, SOLAS, MARPOL, COLREGs, UNCLOS, III Code.

iii

Table of Contents
Declaration ...................................................................................................... i
Acknowledgements ......................................................................................... ii
Abstract .......................................................................................................... iii
List of Tables .................................................................................................. vi
List of Figures................................................................................................ vii
List of Abbreviations ..................................................................................... viii
CHAPTER ONE – INTRODUCTION OF RESEARCH ................................... 1
1.1

Background ......................................................................................... 1

1.2

Problem Statement .............................................................................. 3

1.3

Research objectives and Aims; ........................................................... 4

1.4

Research questions ............................................................................. 5

1.5

Research Methodology and Design .................................................... 5

1.6

Data Collection .................................................................................... 6

1.6.1

Primary Data .................................................................................... 6

1.6.2

Secondary data ................................................................................ 6

1.7

Data Analysis ...................................................................................... 7

1.8

Organization of Research .................................................................... 7

1.9

Expected Outcomes: ............................ Error! Bookmark not defined.

CHAPTER TWO............................................................................................. 9
LITERATURE REVIEW .................................................................................. 9
2.0

Introduction to Safety Concept ............................................................ 9

2.1

Maritime Safety: ................................................................................ 10

2.2

Ship Safety: ....................................................................................... 11

2.3

Environmental Safety Hazard; ........................................................... 12

2.4

Maritime Security: .............................................................................. 13

2.5
International Legal Framework guiding Casualty Investigation in
Uganda ........................................................................................................ 15
2.5.1

The United Nations Convention on Law of the Sea ....................... 16

2.5.2
1978

The International Convention on Safety of Life at Sea (SOLAS),
17

2.5.3
The International Convention on Prevention of Pollution from Ships
(MARPOL), 1978.......................................................................................... 17

iv

2.5.4

The Maritime Labour Convention (MLC), 2006 .............................. 17

2.5.5

The International Convention on Load Lines, 1966 ....................... 18

2.5.6

Other International Framework ...................................................... 18

2.6

National Framework guiding Casualty Investigation in Uganda ......... 19

2.7

Institutional Framework ..................................................................... 20

2.8

The Overview of Uganda and Maritime Accidents ............................. 20

CHAPTER THREE ....................................................................................... 26
RESEARCH METHODOLOGY .................................................................... 26
3.0

Introduction........................................................................................ 26

3.1

Research Methods ............................................................................ 27

3.2

Sampling Criteria ............................................................................... 28

3.3

Data Collection and Analysis ............................................................. 28

3.4

Ethical Concerns and Limitations ......... Error! Bookmark not defined.

CHAPTER FOUR ......................................................................................... 30
4.0

DATA ANALYSIS, AND RESEARCH FINDINGS .............................. 30

4.1
Processes, Methods and Procedures of Maritime Incidence
Investigations ............................................................................................... 31
4.2
National Law and International Framework on Casualty
Investigations ............................................................................................... 35
4.3

Processes aboard Vessels during emergency situations .................. 37

4.4

Marine Casualty Handling ................................................................. 40

4.5

Contributions to Major maritime related incidents .............................. 41

4.6

Results of Casualty Investigations ..................................................... 43

CHAPTER FIVE ........................................................................................... 44
5.0

DISCUSSIONS, CONCLUSIONS AND RECOMMENDATIONS ....... 44

5.1

DISCUSSIONS. ................................................................................. 44

5.2

CONCLUSION .................................................................................. 44

5.3

RECOMMENDATIONS ..................................................................... 48

References ................................................................................................... 50
Appendices .................................................................................................. 55

v

List of Tables
Table 2. 1; A table showing Safety Related Conventions Uganda has ratified.
.............................................................................................................. 19
Table 3. 1; Target participants for data collection......................................... 27
Table 3. 2: Percentage opinions of respondent concerning attributes to team
collection ............................................................................................... 32
Table 3. 3: Percentage opinion for the Guide of International and National
frame work on Casualty Investigation ................................................... 37
Table 3. 4: Percentage opinion response to Emergency response on board38
Table 3. 5: Percentage opinion of respondents related to the handling of
Casualty Victims ................................................................................... 41

vi

List of Figures
Figure 2. 1: Heinrich’s Model of Accident Causation: Series of events leading
to the other. ........................................................................................... 10
Figure: 2. 2; The Agencies responsible for Marine Casualty Investigation in
Uganda. ................................................................................................ 16
Figure 2. 3; Uganda’s Location on the World Map. ...................................... 21
Figure 2. 4; Maritime Accidents by factor Contribution ................................. 23
Figure 2. 5; Consequences of Maritime Accidents in Uganda from 2010 to
2019. ..................................................................................................... 24
Figure 2. 6; Accident by Vessel Type in Uganda between 2010 to 2019. .... 24
Figure 4.1; Participation for data
collection…………………………………………………………..31
Figure 4. 2: Respondent’s opinion showing IMO conventions performance in
the country. ........................................................................................... 36
Figure 4. 3: Percentage opinions of the Major causes of Maritime accidents
in Uganda.............................................................................................. 42
Figure 4. 4; Impacts of Casualty Investigation.............................................. 43

vii

List of Abbreviations
UNCTAD

-

United Nations Conference on Trade and Development

COVID-19

-

Corona Virus Disease 2019

MLC

-

Maritime Labour Convention

SOLAS

-

International Convention of Safety of Life at Sea

ISM

-

International Safety Management

HFACS

-

Human Factor Analysis and Classification System

UNCLOS

-

United Nations Convention on Law of the Sea

IMO

-

International Maritime Organization

MARPOL

-

International Convention for prevention of pollution from ships

MSC

-

Maritime Safety Committee

CORLEG

-

Convention on the International Regulations for prevention of

Collision at sea (1972)
ILO

-

International Labour Organization

SOA

-

Swedish Ship Owners’ Association

PFDs

-

Personal Floatation Devices

PIWs

-

Persons in Water

OSHA

-

Occupational Safety and Health Administration

SDC

-

Ship Design and Construction

FSA

-

Formal Safety Assessment

STCW

-

International Convention on the Standards of Training, Crew

SDG

-

Sustainable Development Goals

ISPS

-

International Ship and Port Security

SUA

-

Convention for the Suppression of Unlawful Acts Against

the Safety of Maritime Navigation
DRC

-

Democratic Republic of Congo

ADF

-

Allied Democratic Forces

WMU

-

World Maritime University

MDAs

-

Ministries Departments and Authorities

viii

UPDF

-

Uganda People’s Defence Forces

UCAA

-

Uganda Civil Aviation Authority

UNRA

-

Uganda National Roads Authority

IWT

-

Inland Water Transport

IMSAS

-

IMO Member State Audit System

CI Code

-

Casualty Investigation Code

UN

-

United Nations

SUA

-

Convention on the Suppression of Unlawful Acts

LSA

-

Life Saving Appliances

FSS

-

Fire Safety Systems

PST

-

Personal Survival Techniques

FAL

-

Convention on Facilitation of International Maritime Traffic

NDP

-

National Development Plan

MLVMCT

-

Multinational Lake Victoria Maritime Communication and

MRCC

-

Maritime Rescue Coordination Centre

SAR

-

Search and Rescue

MOB

-

Man Over Board

IAMSAR

-

International Aeronautical and Maritime Search and Rescue

Transport

ix

CHAPTER ONE – INTRODUCTION OF RESEARCH
1.1 Background
“Safety is never attained but a work in progress in tension between as low as
reasonably practicable and the precautionary principle” Dr. Rob Long.
The Maritime industry contributes over 78% to the global economy by volume and
over 70% in value (UNCTAD, 2018). This is justification enough to the development
global index of 3.2% that was released by the United Nations in its world economic
outlook and situation of 2016 for global economic recovery. However, given all this,
there was a noted 4.2% sharp drop in the world volume of goods (UNCTAD, 2020),
attributed to the among others the emergency of the global COVID-19 pandemic. The
pandemic had an overwhelming effect on not only the maritime industry but the global
economy as a whole. The pandemic continuously put seafarers globally in a
predicament as an estimated 250,000 of them got stranded on ships past the end of
their original contracts and not able to return home, this was as of July 2021 (IMO,
2021). Staying on ship beyond one’s agreed terms as per the MLC, 2006, puts one’s
life in jeopardy most especially that these were not allowed to dock on many ports
round the world. It simply meant that both their safety, cargo and the ship were in
insurmountable unimaginable danger. In spite of this, there should never be any
reason for compromising any safety measures and standards in the maritime industry.
Intrinsic risks of accidents have always been borne out of operations in Maritime and
shipping. Ever since the evolution of the shipping industry from the usage of wooden
ships to the present day steel type ships, accident prevention has always been a great
challenge and indeed a predicament owing to certain factors.
The assessment, analysis and prevention of maritime casualties has over and again
taken the world by precedence given their re-occurrences. Time and again, maritime
investigations carried out on major incidents have been used to draft international
safety standards for shipping contributing to the reduction of accidents round the
world.
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The very first version of the International Convention of Safety of Life at Sea
(SOLAS),1914, was triggered by the April 1912 Titanic accident that claimed over
1,500 souls. The incident globally demonstrated the cause to have minimum
standards required for construction, equipment and operation. Hence SOLAS is only
one of the major examples of the safety instruments that were adopted after the
occurrence of major incidents.
Whereas technical regulations had been instituted, the 1987 incident that involved the
capsizing of the Herald of Free Enterprise vessel was another red flag to the need for
assessment of human factors involved in managing and operating ships. This
triggered the establishment of the International Safety Management (ISM) Code.
With the above instruments coming into force to regulate the number of accidents
occurrence, the same has continuously taken effect due to the different factors
categorized into human and natural factors - even though statistics shows that human
errors contribute to a tune of 80% of these incidents (Hirdaris, 2021). It is therefore
imperative upon stakeholders and scholars to study the methods of maritime
investigations to find out the reasons behind these incidents and recommend
plausible measures to mitigate such catastrophes to ensure a safe shipping industry.
The Human Factor Analysis and Classification System (HFACS) is one of the best
methodologies and tools worth employing to identify such factors at organizational
level (CHEN, 2020).
The United Nations Convention of the Law of the sea (UNCLOS) gives ultimate
authority to each flag state to carry out obligations of incident investigations. The
UNCLOS is as well supported by other IMO conventions such as the International
Convention for Safety of Life at Sea (SOLAS), 1974 – Regulation I/21; Articles 8 and
12 of the International Convention for the Prevention of Pollution from Ships
(MARPOL), 1973; Article 23 of the International Convention on Load Lines,1966. In
order to prevent the occurrence of accidents in the future, the IMO adopted the
Casualty Investigation Code, with international standards and recommended
practices in addition to a Resolution of the Maritime Safety Committee MSC.255 (84)
on the 16th May 2008- this was intended to ensure safety and environmental
protection (IMO, 2008).
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Uganda signed and deposited the UNCLOS in December 1982 and ratified it in
November 1990 plus all its relevant protocols. This convention is considered the most
important and key instrument in ensuring of maritime safety and protection, (United
Nations Treaty Collection, 2022).
Out of the over 50 IMO conventions and agreements with numerous adopted
protocols and amendments, Uganda has so far ratified only 9 of these and is party to
the key conventions and codes related to maritime casualty investigations compliance
and investigations including SOLAS, MARPOL, CORLEG, Load lines Convention,
IMO Implementation of the IMO Instruments (III) Code and the Casualty Investigation
Code to mention but a few.
Most importantly Uganda has just passed the Inland Water Transport Act, 2021, which
gives authority and mandate to the Maritime Administration under its Ministry for
Works and Transport, to carry out such incidence investigations to ships within its
jurisdiction and to all ships flying its flag (Ministry of Works and Transport, 2021).
1.2 Problem Statement
Maritime accidents in the world and indeed the Region of East Africa particularly
Uganda, have over and again claimed many lives of people especially those living in
the Islands and those that depend on the ocean and inland water bodies to earn a
living.
Uganda is a land locked country whose surface area has over 18% cover of navigable
water bodies of which 90% of these are transboundary. According to the “Value for
Money Audit on the Regulation and Promotion of Safe and Reliable Maritime Services
Report of 2019”, carried out by the Office of the Auditor General of the Government
of Uganda, the Auditor General of Uganda reported that the country lost over 1,150
people between 2010 and 2018 to maritime related incidents. These only account for
the few that are reported and yet numerous of the maritime incidences go unreported.
On the 25th November 2018, MV Templar, a cruise boat with over 60 people capsized
while heading to the beach islands in Lake Victoria claiming over 33 lives on board,
this was followed by a boat that capsized while crossing from the Democratic Republic
of Congo on the 25th December 2020 that claimed over 32 souls on a transboundary
Lake Albert.
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Goods, property and life have significantly been lost and a good amount of wreckage
still sits on the bed of these water bodies. In December 2005, MV Kabalega, a cargo
ferry of over 1500GT headed for Uganda from Tanzania, carrying surmountable
amounts of cargo got involved in a head on collision with another Cargo ferry MV
Kaawa of over 1800GT from Uganda to Tanzania, which led to the sinking of the
former. These and many more of similar accidents are preventable if all the safety
measures and warnings were followed by the operator ships.
Maritime transport in the region is inevitable though there is inadequate safety for the
commuters that travel by this means and yet air transport that would have been the
easily connecting means is inaccessible and if so, arguably very expensive. As a
result, many accidents do occur but are not reported and not investigated to get to the
root cause of the same and hence there is need to establish a mechanism to maritime
safety and security of seafarers by assessing the potential impacts of casualty
Incident Investigation, which is the need for this research.
Stoop (2003) states, having a worldwide network of regulations covering both human
and technical aspects of shipping operations, maritime accidents still happen leading
to maritime casualties, raising public concern about the safety of the maritime industry
and hence advocating to set a positive impact on the safety.
Therefore, undertaking to study the assessment of any potential impacts of incident
investigation on the maritime safety and security is prudent for the author and the
industry at large. The author is hence set to provide a bench mark in understanding
a more detailed potential impact that maritime casualty incident investigation has on
both the maritime safety and security and suggest plausible measures to improve the
quality of investigations. The study shall also provide recommendations to be adapted
by the maritime administration and other agencies of different states involved in the
maritime industry.
1.3 Research objectives and Aims;
The aim of the study is to assess any possible potential impacts of Casualty Incident
Investigation on Maritime Safety and Security; through investigating different aspects
to lead to the above conclusion. The author is set to:
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1.3.1

Evaluate the current processes and methods deployed in the
investigation of maritime casualties and incidents and identify the
common problems in the process of investigation in Uganda.

1.3.2

Recognize the missing gaps relating to Uganda’s Compliance with the
Casualty Investigation Code and the III Code and how the IMO
Casualty code, 2008 MSC 255 (84), of SOLAS is implemented.

1.3.3

Assess the safety standards employed on ferries and ships carrying
passengers and goods of 50GT and above for a period between 2010
and 2020, and identify and analyze human factors and processes
during and after Casualty Investigation.

1.4 Research questions
The study shall be enabled by the following questions in a bid to add knowledge and
improve on the existing processes for maritime casualty investigation in Uganda and
other flag state departments:
1.4.1

What are the common processes in emergency situations on board in
case of an incident?

1.4.2

How are maritime casualties handed during and after the
investigation?

1.4.3

Are the current processes and methods for maritime casualty
investigation adequate for Uganda?

1.4.4

Is the National law in the country adequate and sufficient enough to
comply with the Marine Casualty Codes of SOLAS?

1.5 Research Methodology and Design
To critically cultivate answers to the above questions, befitting and or appropriate
research methods are to be employed. After analysing documents in relation to the
questions specifically accident reports, the other principle methodology to be adopted
shall be the qualitative methodology of phenomenology as this paves a clear straight
route for an in-depth scrutiny and investigation into the escapade and contemplation
of samples designate (Yüksel & Yıldırım , 2015). The samples to be interviewed are
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to be carefully selected based on their vast encounters and in line with subjective
sampling mainly targeting authorities involved in these processes.
With this kind of exhaustive and comprehensive study of casualty investigation in
safety operations, it shall well reveal the core causes, trends, missing gaps in the
latter’s process so as to enhance the avoidance of the same.
A review of the relevant literature for critical examination to related books, journals,
conference proceedings and or presentations in support of the research objectives,
and relevant documentation drafted and developed by the IMO and relevant maritime
institutions shall be used.
1.6 Data Collection
As asserted by O'Dwyer & Bernauer, (2013), validity, irreproachability and meaning
are to be attained through meticulous data collection, explication and thorough
facts/data scrutiny. This hence connotes that data shall be collected from both primary
and secondary sources. Phenomenological data collection methods of structured
questionnaires shall be used to gain effective meaning in getting the right answers to
given questions.
1.6.1

Primary Data

The capitalization to contribute and moot details of each subject to reveal insights by
the selected sample of participants shall be guaranteed through the use of structured
questionnaires. In a bid to get a clear understanding of all the research questions
under study, electronic data collection shall be used for the enhancement of an in
depth data analysis and study of the dynamics of safety through casualty
investigation.
1.6.2

Secondary data

Various literature including reports, IMO proceedings, different international
conventions and protocols of safety and casualty, and different academia literature
on safety and on casualty investigations shall be reviewed – specificity and emphasis
shall be plunged on accident report documentations, the International Labor
Organization (ILO)’s Maritime Labour Convention (MLC) 2006, IMO regulations to find
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useful concepts on safety, casualty and procedure matters during and after
investigations, safety standards and trainings.
1.7 Data Analysis
Samples shall be carefully identified to enable for useful contributions of thought to
the research study. Data shall be analysed to derive the goal of the impact of casualty
investigation reporting and process through the different research questions on the
research topic under study.
1.8 Organization of Research
The research study shall be designed in five different distinct Chapters.
Chapter One shall give an introduction to the whole topic spotlighting the problem
statement, the research aim and objectives plus the proposed research methods.
Chapter Two shall put forward the literature review setting forth the theoretical basis
for the work.
Concepts of maritime safety and security, operations to be followed in case of a
maritime incident. The international conventions for safety and the legal frame work
to be deployed during and after an incident investigation. A visualization, critique and
discussion of the safety standards on vessels in a bid to gain a significant reduction
in maritime related accidents plus an overview of Maritime related accidents in
Uganda.
Chapter Three shall explain the methodology used in the study. It shall justify the
choice of the qualitative method of phenomenology. It shall as well explain why data
collections methods of structured questionnaires, are to be selected as suitable
methods for achieving the study aims and objectives. It shall as well describe how the
research work shall be planned, organized and executed.
Chapter Four shall analyze the data to be collected, describe demographics of
participants and samples, highlight presentation and coding of data. Data analysis
shall focus safety related protocols, procedures for investigation, and shall generally
project a trend that investigations have on maritime safety and shipping.
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Chapter Five shall conclude the research showing how the pre-defined aims and
objectives had been achieved. The Chapter shall give suggestions for effective
implementation of safety standards on board a vessel, provide for the missing gaps
in incident investigation, contribution of the research to knowledge shall be stated and
recommendation for future research to be made.
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CHAPTER TWO
LITERATURE REVIEW

2.0

Introduction to Safety Concept

The safety concept has overtime evolved and has shifted from one with a mystic and
religious origins to suitably one relying on decision making by humans, empirical
statistics, and technological advancements (Chorpita, Bernstein, & Daleiden, 2011)
as cited in (Dzakpsau, 2019). The general definition of safety is one described as a
condition without accidents, incidents, near misses or a situation in which any of these
occurring is minimal, Hollnagel, Wears, & Braithwaite, 2015 as cited by (Dzakpsau,
2019).
One could easily argue that the concept therefore has a high correlation with
accident/incident causation depending on one’s perspective such as; the magnitude
upon which inherent risks in an industry are acceptable, the behavioural attitude
towards unsafe acts and conditions by employees, the procedural follow up of hazard
identification and management of risks, and the freedom from eminent danger.
Therefore safety is as well defined as a situation under which the risk of harm by
accidents to people and property damage is diminished to, and sustained at or lower,
an acceptable level through an ongoing process of hazard identification and risk
management (Disaster Management Institute, 2022).
Safety development has in the past and current century much relied on technology
and definitely modelling of concepts. The Domino Model proposed by Heinrich (1931)
depicts accidents as caused by a unique event that triggers another leading to the
sequential fall of other dominos causing injury, loss or failures (Disaster Management
Institute, 2022). The above are described in issues related to human behavioural
characteristics and can be best illustrated in Figure 1.
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Figure 2. 1: Heinrich’s Model of Accident Causation: Series of events leading
to the other.

Source: Adapted from Klockner (2015)
Safety is a multidimensional aspect that rotates round and in all aspects of the day
today activities, ranging from home, movements, work, operation and services across
different sectors definitely different Transport types inclusive. For a safe, efficient and
effective transport means, safety is a priority;
Maritime safety has over the time evolved from the structural aspects, engine
efficiency, crew competency, and everything from ship construction to maintenance.

2.1

Maritime Safety

This is broadly described as the protection from fortuity of jeopardy and the risk of
injury or fatality of the passengers and crew aboard vessels, plus all those that dwell
near water bodies.
As the Swedish Ship Owners’ Association (SSOA) asserts, the shipping industry is
theoretically and practically at the forefront of maritime safety owing to the fact that
they face the first direct impacts arising out of danger. Safety includes everything from
the transport systems worldwide to the safety of each and every merchant sailor and
involves everything from ship structural design, construction to maintenance and goes
to as far as how professional the crews are (Swedish ShipOwners's Association,
2021).
The International Maritime Organization not only agrees with SSOA over the safety in
shipping, but also recognizes that whereas shipping is the most international of all the
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world’s great industries, it is on the other hand considered the most dangerous. The
IMO has hence put in place a Maritime Safety Committee (MSC), a senior technical
body concerned with all safety and security related matters, charged with developing
international regulations to be adhered to by all shipping nations since this has proved
the most effective way for enhancing safety at sea (IMO, 2019).
Providing Personal floatation Devices (PFDs), that aid in recovery of persons in water
(PIWs) at a risk of hypothermia, drowning and or death is a clear undertaking of
promoting maritime safety as per the Occupational Safety and Health Administration
(OSHA) of the United States of America (United States Department of Labour, 2010).
Ship design, construction, stability, operation and its maintenance are the key aspects
to ship safety which is a fundamental factor in maritime safety.

2.2

Ship Safety

Ships are designed, constructed and operated as per the purposes that were built to
execute. Large ocean going vessels for instance Tankers have a totally different
structural integrity as compared to passenger vessels or warships.
As per IMO, the safe design of a ship is regulated by SOLAS Chapter II -1: specifically,
parts; A highlighting the General design, A-1 that guides on the structural make of the
ship, B that deals with sub division and stability, the Load Line Convention of 1966 in
conjunction with the 1988 protocol relating thereto, plus the 1969 Tonnage
Measurement Convention and the international Code on intact Stability, 2008. This is
among others developed by the Sub-Committee on Ship Design and Construction
(SDC) one of the subcommittees directed by the MSC (IMO, 2019).
Despite having the above regulations in place, incidents have continuously gone
ahead to happen with casualties being registered. For instance, Japan conducted a
Formal Safety Assessment (FSA) for the IMO and MSC examined data for casualties
between 1975 to 1996. It revealed that out of the reported 2916 bulk casualties, 1,890
lives were lost and 1,126 lives lost from the bulk casualties reported between 1978
and August 2000 form the same source. All the above fatalities were attributed to
structural designing of the ships (Bulk Carrier Guide, 2010).
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Maritime safety is in itself a broad perspective in the shipping nations, as
professionalism of the crew plays a vital role in detection, control and management of
a stampede arising out of an incident as is enshrined and regulated by the
International Convention on Standards of Training, Certification and Watch keeping,
(STCW), 1978 as Amended. In case a maritime incident happens, devastating effects
are likely to happen on the environment and hence an environmental safety hazards
are bound to arise as a result.

2.3

Environmental Safety Hazard

Environmental safety hazards are of diverse dimensions ranging from waste from the
ship; both air pollution specifically gas emissions, and water pollution specifically oil
spills, destruction of marine life and traffic obstruction caused by the wreckage, to
mention but a few.
As per IMO, shipping is responsible for 90% of the global trade and yet statistically
the least environmentally damaging mode of transport if its productive value is taken
into consideration (IMO, 2019). Hence shipping is a key user of oceans which covers
over 70% of the world’s surface. In order to ensure protection of the seas and oceans,
meeting the set target by the United Nations Sustainable Development Goal (SDG)
141, is then a major role to be achieved by the IMO which is together linked with SDG
132on climate action given that oceans are impacted by the increasing greenhouse
emissions and carbon dioxide. The IMO has since then developed and adopted rules,
recommendations and guidelines that are mandatory to all contracting shipping
nations to shield the marine environment against any negatively impacting shipping
activities and the major one is the International Convention for the Prevention of
Pollution from Ships (MARPOL), 1973 (IMO, 2019).

1

SDG 14 deals with Conserving and sustainably using the oceans, seas and marine resources. It deals
with life below water and sets out to achieve careful management of the ocean to make the earth
habitable for humankind and therefore saving the ocean is the priority(United Nations, 2015).
2 Taking urgent action to combat climate change and all its related impacts is SDG 13. Climate change
is affecting economies due to different weather patterns becoming extreme. The Paris agreement
adopted in 2015 sets out to strengthen countries deal with the impacts of climate change (United Nations,
2015).
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A growing concern from shipping nations is about the illegal dumping of wrecks or
disposal after a ship has reached its usability period, since this causes a traffic hazard
and be a great threat to the environment. However, this aspect is captured in frame
work restricting dumping at sea. The London Protocol3 which strengthens the control
on dumping however Uganda is not a signatory to this (Hauseng, 2020). This is as
well legally supported by Nairobi International Convention on the Removal of Wrecks,
2007, that expressly permits the states to remove or have removed the shipwrecks
that may impose a potential adverse effect on the safety of lives, goods and property
while at sea and the marine environment (IMO, 2015).

2.4

Maritime Security:

This refers to the general protection of the vessels both internally and externally
against external interferences.
The prevention of and fight against any kind of illicit acts to a ship, crew and
passengers and or against the port, any maritime infrastructure, facilities and
environment is as well defined as Maritime security (African Union, 2016).
Maritime insecurity is a threat that existed ever since trade got onto the sea, ever
since then the task that remained was to identify its impact and extent in addition to
what degree of capacity and dimension, so as to map and suggest plausible
measures possible to mitigate the vice. These threats happen in a number of ways
among which some occur directly to the ships as acts of piracy, hijack of vessels,
terrorism, robbery and capturing the crew at ransom, but there are also indirect acts
such as illegal immigrants, drugs and human trafficking, container crimes etc.
(Micheal, 2004)
The Aviation terrorist occurrences of 11th September 2002 in the United States of
America was a red flag for the international maritime community to recognize the
protection of the maritime transport sector against terrorism related attacks. The IMO
held a SOLAS conference following this attack and adopted the International Ship

3 The London Protocol formally known at the convention against prevention of marine pollution by

dumping wastes and other material came into force in 2006, and it deals with prohibition of ocean
dumping except for possibly acceptable wastes on the “reverse list”Invalid source specified..
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and Ports Security (ISPS)4 code that came into force just 18 months later. This is
enshrined in chapter XI-2 of the SOLAS convention on special measures to enhance
maritime security (IMO, 2002).
Just as lessons were learnt by the aviation sector from this September 2002 event,
the international Maritime Community carried forward the same experiences and
executed a pre-mortem through the above conference to guard the maritime sector
against the possibility of such eventual terrorist catastrophes- resulting into the
adoption of the ISPS Code.
The maritime community has had to adopt different conventions to guard against
maritime insecurities which were beginning to overwhelm the industry. The
Suppression of Unlawful Acts (SUA) against the safety of Navigation was adopted in
a conference that happened in March 1988 in Rome, whose main motive was to
ensure that apt measures are taken against people perpetrating unlawful acts against
vessels. The main impetus for the 2005 SUA Protocols’ which later followed the
preceding adoption conference was to instigate new offences into the structure
provided by the SUA treaties to among others include the utilization of ships; for
terrorist activity, and trafficking of weapons of mass destruction, their delivery systems
and related materials (Beckman, 2008).
Uganda has however had to deal with such offences in a more mechanical manner
through the use of different archaic legal backings that do not relate with Maritime
activity for instance the Anti-terrorism (amendment) Act 20175. This is because the
country has not yet ratified the convention for this smooth guided operation. The

4 This code came into force in July 2004 and mandates involved parties to designate security officers to

enable assessing and implementing effective security plans to avert potential security threats geared to
attaining the set out ISPS objectives of; detection of potential security threats, determination of roles,
and responsibilities in line with maritime security on ports and ships, and adequate security measures
on board ships and ports (IMO, 2002).
5 This act was enacted in 2002 by the parliament of Uganda with the motive to suppress acts of terrorism,
to provide for the punishment of persons who plan, instigate, support, finance or execute acts of
terrorism. It has undergone 3 amendments in 2015, 2016 and 2017. It undertakes to provide for the
investigation of acts of terrorism and retribution of terrorists and or persons that aid such attacks
(Parliament of Uganda, 2017)
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country has continuously dealt with these offences that have led to a massive loss of
life and property over the years.

2.5

International Legal Framework guiding Casualty Investigation in
Uganda

The major integral purpose for which IMO is mandated is to guarantee travel and
maritime transport as safe as possible. The ultimate objectives among which Uganda
based the need to become an IMO member state, is the complete wipe away of any
maritime related risks to passengers, crew, cargo, port and port areas plus cargoes
(Srivastava, 2002). The IMO has over time drafted and adopted conventions geared
towards addressing different maritime aspects. Safety and Security have been and
are still and shall forever be of great concern to the organization as it step by step
endeavours to cover all maritime related areas. A number of the adopted conventions
have resulted after occurrences of maritime related incidents which usually precede
maritime casualty investigations; case in point being the SOLAS 1974, MARPOL,
1978, the ISPS Code, etc. plus the others like the SUA Convention, the Load Line
Convention 1966 and UNCLOS which all require and give authority to the contracting
government to carry out Casualty Investigations.
Marine Casualty investigations in Uganda just like maritime Search and Rescue,
guided by the IAMSAR manual is a collaborative aspect that entails a number of
Ministries, Departments and Agencies (MDAs) although the lead department is the
maritime administration department directly under the Ministry of Works and
Transport. The agencies put together both financial and human resources to execute
this activity. The lead ministry is one responsible for works and Transport. The figure
below illustrates the governing and reporting agencies concerned with marine
casualties’ investigations.
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Figure: 2. 2; The Agencies responsible for Marine Casualty Investigation in
Uganda.
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The following sections provide Uganda’s positions in each conventions and laws.

2.5.1 The United Nations Convention on Law of the Sea
Uganda signed this convention in 1982, deposited and ratified it as a member State
of the UNCLOS in 1990. Uganda ascended to this convention in a bid to fight the
surmountable risks involved in activities related to maritime navigation. Article 94 of
the convention grants a contracting member state authority to cause an inquiry by
satisfactorily qualified personnel into any marine related incidence involving a ship
flying its flag that could be a possible cause for loss of life or far reaching injury to
citizens of a different state (MAIFA, 2020). Given its location, UNCLOS guarantees
the liberty of cooperating with its neighbouring states that share the transboundary
water bodies in conducting any such inquiry held by other state into a given
navigational incident and or a marine casualty.
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2.5.2 The International Convention on Safety of Life at Sea (SOLAS), 1974
The state of Uganda acceded to the convention in the early 2000s when the number
of maritime accidents was on a steep rise in the country. The country had a number
of maritime issues not captured in its national laws as the former was completely
fragmented, outdated and archaic (Government of Uganda, 2008). SOLAS introduced
a breath of fresh air in Uganda’s maritime legal sector. It gave express permission to
the Maritime Administration to conduct an investigation of all maritime casualties
happening to any of its ships. The country’s maritime administration since then begun
to report and supply any the IMO with all pertinent information in line with the
discovered investigation results, this is enshrined in Chapter 1 Regulation 21,
(Casualties) (MAIFA, 2020).
As adopted by resolution MSC.255(84), of the Casualty Investigation Code, and
supplemented by the provisions of the code of international standards and
recommended practices for a safety investigation into a marine casualty, Uganda’s
maritime administration acquired express permission to conduct investigations of
marine casualties and incidences.

2.5.3 The International Convention on Prevention of Pollution from Ships
(MARPOL), 1978
Uganda is an active member state of the International Convention on prevention of
pollution from ships which guarantees the Maritime Authority the mandate to carry out
an investigation when the authority deems that the incident has got a negative effect
on the environment and if such casualty has produced a significant deleterious effect
upon the marine environment. This is as per Articles 12 that talks about the
“Casualties to ships”

2.5.4 The Maritime Labour Convention (MLC), 2006
Regulation 5.1.6 of the MLC 2006 on marine casualties offers authority to member
states to hold an official inquiry of any marine casualty considered to be serious
resulting into loss of life and or injury, involving a ship flying its flag. This report is
normally made public. As part of responsibility to the above, all members are obliged
to cooperate in supporting the investigation of any deemed serious marine casualty
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as referred to by this regulation. However, ever since the convention came into force,
Uganda has not yet completed ratifying this convention, though it is in process of
doing so.

2.5.5 The International Convention on Load Lines, 1966
Uganda signed and ratified this convention and it is therefore an instrument that the
country uses during investigations into maritime accidents specifically Article 23
concerned with Casualties. It grants a state the mandate to undertake to proceed with
an investigation of any Casualty occurrence to ships for which it is responsible on
conditions of the present convention after a judgement that with such an investigation,
determination of changes in the convention are likely to be desirable.
The convention allows contracting governments to give the organization important
information of findings of investigations. The convention deters the disclosing of a ship
identity or nationality under question in a manner to imply that recommendations of
the organization based on provided information are a responsibility of that ship or
person.

2.5.6 Other International Framework
The other mandatory instruments to which Uganda subscribes and follows as
a guide for marine casualty investigation matters other than the above are:
 SAR Convention
 ILO Convention, C147, Article 2 (g)
 Casualty Investigation Code
 International Ship and Port Facility Security (ISPS) Code
In summary henceforth, the country has taken steps in guaranteeing the backing of
an international legal framework to cater for casualty investigations. The table 2.1
below manifests the Uganda’s ratification of these safety related conventions.
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Table 2. 1; A table showing Safety Related Conventions Uganda has ratified.
No

Safety-related Conventions

Ratification

1.

SOLAS, 1974

Yes

2.

MARPOL, 1978

Yes

3.

STCW, 1978

Yes

4.

COLREG, 1972

Yes

5.

FAL, 1965

Yes

6.

Load Lines, 1966

Yes

7.

SAR, 1979

Yes

8.

SUA, 1988

No

9.

STCW-F, 1995

No

10.

CSC, 1972

No

11.

SFV, 1977

No

12.

MLC, 2006

No

13.

UNCLOS, 1982

Yes

Source: IMO, 2022
From the data extracted from IMO concessions to conventions by member states,
Uganda has only ratified to half of the safety conventions which leaves he country
with a big part to play.

2.6

National Framework guiding Casualty Investigation in Uganda

The country’s legal framework which was previous fragmented and archaic,
characterized with inefficiency in the sector regulation was in the year ending 2021
repealed and replaced with an Inland Water Transport Act, 2021 that came into force
in January of that same year (Ministry of Works and Transport, 2021). Uganda’s
Maritime sector had been operating based on the weak and old laws crafted in the
colonial times in the 19th Century. These include the; Rivers Act, 1907, responsible
for dealing and regulating any maritime related activities that were carried out on any
water body considered a river; Ferries Act, 1905, which regulated any public ferries
and had procedures of registration, licensing, offences committed and their
ramifications; Inland water transport control act, a statutory instrument 356-1, an
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upgrade of the previous Acts specifically responsible for setting the licensing
procedures and rules.
However, given all the above frameworks, Uganda did not ever have a legal guide on
an investigation procedure of any maritime related incident.

2.7

Institutional Framework

The Maritime activity in Uganda is directly regulated by the Maritime Administration
department under the Ministry of Works and Transport. The department formed as a
result of restructuring came into existence in 2017 under the directorate of transport
under the same ministry (Government of Uganda, 2017)
The sector as well has other key stakeholders operating that include the Parliament
of Uganda, which is the legislative arm of government responsible for amending and
enacting laws that guide the sector, the Uganda Marine police force, the agency
charged with enforcing and implementing the laws on the inland waters of the country.
And finally is the International Maritime Organization to which Uganda became a
member state in 2009. The above are responsible for fully regulating the water
transport usage in Uganda.

2.8

The Overview of Uganda and Maritime Accidents

Location and Shipping Sector.
Commonly referred to as “The Pearl of Africa”, Uganda is a small landlocked country
seated on the Eastern side of Africa, it is bordered by Kenya to the east that connects
it to the Indian Ocean and Democratic Republic of Congo (DRC) to the west to the
Atlantic Ocean as shown in the Figure 2 below. The country is home to the biggest
fresh water lake in Africa, Lake Victoria which is shared within the countries of Kenya,
Tanzania and Uganda itself. The lake houses the Source of the longest river in the
continent. It has four inland ports out of which two are under renovation and
construction. Maritime shipping in Uganda is therefore carried out within the
transboundary Lake Victoria countries of Kenya, Tanzania and DRC for Lake Albert.
There are numerous landing sites which harbor over 90% of the fishing activities on
the inland waters. The archipelago islands of Ssese boasts of harboring 84 islands
and are located 93km from the Capital of the country with very sumptuous tourism
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activities, in 2020 there were approximately 50,000 visitors from cruise boats, a slight
decrease of 20% that year attributed to the global COVID – 19 impact (Uganda
Tourism Board, 2020).
Figure 2. 3; Uganda’s Location on the World Map.

Source: https://ontheworldmap.com/uganda/uganda-location-map.html
As per the movement of ships across the lake, the most previous data indicates that
in every year, there are approximately 368 international ships that call the ports on
Lake Victoria with over 66% of the above arriving on Port Bell and 24% on Jinja port.
The maritime sector basically comprises of over 20,000 vessels of traditional build,
over 15 domestic passenger ferries and about 5 wagon ferries with numerous
yachts/luxury vessels plying across the different water ways of Uganda (Ministry of
Works and Transport, 2019). The fishing Sector comprises of the highest number of
vessels. This is witnessed from a reporting a daily attributed to a census registration
by the Ministry of Agriculture, animal and Husbandry, carried out only on Lake Victoria
having more than 40,000 fisher men with lakes Albert, Kyoga, Edward and George
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yet to be registered (Monitor, 2020). It is therefore expected that maritime accidents
with these kind of vessels are most common in with in the national waters.

2.8.1 Maritime Accidents in Uganda.
Over the years, many maritime accidents in Uganda go unreported, though a number
have been reported and investigated. From around 2010 to 2020, over 100 maritime
accidents have happened including all kinds of vessels. The principal causes of these
accidents have been attributed to mainly overloading with 42% of the 105 maritime
incidents. Out of which 28 incidents involved passenger vessels accounting for over
210 lives lost, 139 people injured and over 50 people missing, 10 of these incidents
were fishing boats with over 15 people loosing lives, 19 people injured and over 20
unaccounted for, 3 of the incidents were cargo ships causing surmountable damage
and loss of property and 2 incidents were private yachts causing 17 deaths and
leading to 9 injuries and entire destruction of the ships (Uganda Marine Police Force,
2019).
After overloading, untrained crew was the second most common cause of accidents
having to account for 36% of the total incidents. 21 of these being passenger vessels
leading to a death of 98 lives, 101 injured and an unknown number missing, 8 of these
being cargo vessels with 2 people lost and none injured though with lots of damage
caused in lost property, 5 of these incidents were fishing vessels killing 5 people and
injuring 3 people and 2 incidents were private boats (Uganda Marine Police Force,
2019).
The third most common cause of accidents was the weather related factors taking up
12% of the incidents accounting for a total of 43 lives lost, 72 injured and unknown
people missing from passenger, cargo, fishing vessels and private boats.
The other forth factor that caused accidents with an 8% of the incidents is fires and
explosions happening in passenger vessels, cargo ships, fishing boats and yachts
accounting for 18 lives lost, 31 souls injured, vessels destroyed and property lost.
Finally, but not least 2% of these incidents was because of Piracy and theft, this is a
very rare occurrence in the waters of Uganda though it is very most common on the
Lake Albert between Uganda and DRC because of the Allied Democratic Forces
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(ADF) rebels. These accounted for 9 people lost involving 3 government soldiers, 17
injured and 2 vessels destroyed (Uganda Marine Police Force, 2019).
Figure 2. 4; Maritime Accidents by factor Contribution

Factors Contribution to Maritime accidents in
Uganda between 2010 to 2019
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As can be observed from the graph above, overloading is at the fore front for causing
maritime accidents definitely leading more deaths followed by the untrained crew
down to piracy. The consequences of these factors can be best explained in the
proceeding figure 4.
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Figure 2. 5; Consequences of Maritime Accidents in Uganda from 2010 to
2019.

Consequences of Maritime Accidents in Uganda 2010
to 2019
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Source: Uganda Marine Police Force 2019
The type of vessels involved in the highest number of accidents are passenger
vessels accounting for 58 of the cases that occurred and very common on Lake
Victoria between the mainland and the very many islands on the lake, followed fishing
vessels with 26 cases and most common on lake Albert, cargo vessels which mostly
ply the waters of Lake Victoria had 15 cases with private boats (Yachts) having 6
cases which have been rampant on river Nile.
Figure 2. 6; Accident by Vessel Type in Uganda between 2010 to 2019.
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Yachts

2.9

Overview of Casualty Investigation Procedures in Uganda

According to the Inland Water Transport Act, 2021 that came into force early January
2022 in Uganda, the process of Maritime Casualty Investigation is a jurisdiction of the
Maritime Authority department under the Ministry of Works and Transport. Section
1506, subsection 3 of the IWT, 2021 instructs the minister in charge to cause a
preliminary investigation into a Marine casualty matter to be made to determine the
cause of the casualty.
The minister may dependent on the submitted report seek for a full investigation into
the Casualty matter. Section 1517, subsection 2 of the Act, guarantees the minister
the authority to appoint a competent team of experts to carry out the investigation who
are required to report back to the Minister in not more than 4 months from the time of
appointment. The law allows the minister the minister a period of one month to decide
on the publication of the report or not.
Currently, it is not clear and or known whether the country has professional Maritime
casualty investigators trained in this field. The country has no maritime institute
certified to teach this course hence it relies on its immediate neighbors of either Kenya
and or Tanzania that have these institutes to carry train the investigators. These are
courses based in the IMO base courses 3.11, 2014 edition (IMO, 2014).
The impulsion to carry out a casualty investigation is to fathom the factors that make
up the process such as cultural, organizational, or technical reasons. Whereas it is
now a common statistic that Maritime accidents are as a result of 80% of human error
(Guevara, 2020), there a lot more triggering aspects that lead to Maritime accidents.

2.9.1 Casualty Investigation reporting.
The procedure to make a marine casualty reporting in Uganda is enshrined in the
Inland Water Transport Act, 2021, the country’s national law and aligned with the
international legislation more specifically the MSC Resolution 255(84) the Casualty
Section 150 of the IWT, 2021 is titled “Investigation of Marine Casualties” and it is comprised of 3
subsections. This is where the Minister draws the power to cause an investigation into a marine
Casualty matter.
7 Section 151 of the IWT Act, 2021 is titled “Full Investigation” and is comprised of 7 subsections. It is
this section that mandates the Minister to seek for full investigation into a Casualty matter, appoint a
team of experts to carry out the same.
6
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Investigation Code, adopted by the IMO in May 2008 (IMO, 2008) plus the guide to
assist the investigators in the implementation of the Casualty Investigation Code. The
reporting follows the Swiss Cheese methodology to contain the following parts;
 General Information
 Details of the accident
 Material tests
 Event analysis
 Conclusions and recommendations.
The national legislation requires that the team submit a report of investigation to the
Minister within 4 months however it is left to the discretion of the minister to allow for
more time. Uganda has only submitted 2 reports to IMO in the last 20 years despite
the numerous Maritime accidents in the country.

CHAPTER THREE
RESEARCH METHODOLOGY

3.0

Introduction

This chapter explains the methods employed in ethically obtaining data in line with
the WMU rules of ethics and integrity and the most viable and rather costly avenues
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of obtaining factual information about casualty investigation procedures in Uganda.
The methodology deployed in the study explores maritime safety and at a larger
extent captures the avenues the concerned authorities in Uganda has deployed to
check maritime accidents and procedural processes for executing an investigation
into a casualty incident. Different methods were used to deal with document analysis
and questionnaires for both qualitative and quantitative analyses. This methodology
is suitable to achieve the objectives of this study by exploring what is written
(document analysis) and what is done (questionnaire). A comparison of this data was
as made with already existing information to make a clear meaning of the study. The
quantitative data collected was a basic statistic of the respondents’ opinion that
enabled the author to align his conclusions and recommendations. The methodology
therefore comprises of the research approach, research methods, sampling criteria,
data collection and analysis, and ethical concerns.

3.1

Research Methods

This dissertation study employed a document analysis as well as a questionnaire as
a tool to collect qualitative data with qualitative accounts by participants. The sources
of data are both primary and secondary8. The research targets different maritime
authorities that include the maritime administration, ports authorities, marine police
and other relevant stakeholders. The table 1.1 shows the target groups that will take
part in the data collection. A total of 40 participants were engaged from the different
maritime domains.

Table 3. 1; Target participants for data collection
Target Group

Department

Number of participants

Regulation

Maritime

18

Administration
Enforcement

Marine Police, Army

8

5

These sources include a review of the past research works, internet sites, journals, investigation
reports, book reviews, newspapers and relevant electronic sites.
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Seafarers
Other Maritime stakeholders

6
Other MDAs

Total

3.2

12
41

Sampling Criteria

Owing to the fact that research participants were purpose related, the disbursed
questionnaires were focused and sent out to only active officers in service. All
participants volunteered to take part in this data collection and consented to using the
data provided. However, given the limitations of time constraints and distance, only a
sample data was gathered with the questionnaires. The urge and concern to carry out
a study on the impact of casualty investigation in Uganda emerged after a noticeable
increase in Maritime accidents’ casualties as was reported in the Government’s MDAs
audit report of 2018.

3.3

Data Collection and Analysis

This research study employed a qualitative method of approach and collection of data
was done mainly through primary sources with help of questionnaires. This is
basically because the approach facilitates analysis of data derived both primarily and
secondarily. The study has followed the ethical guidelines set by the World Maritime
University Research Ethics committee and the ethical approval was obtained prior to
research.

The analysis of this data followed a dynamic, yet intuitive and above all a
creative process that involved inductive reasoning, thinking and theorizing.
Exploration of values, meanings, experiences, thoughts of phenomenon were
under investigation to enable for a significant increment of understanding of
the topic under study (Patton. M. Q. , 2002)
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CHAPTER FOUR

4.0

DATA ANALYSIS, AND RESEARCH FINDINGS

A general questionnaire was given to different maritime stakeholders in the country
that included regulators, enforcers and seafarers. The first group of questions were
asked related to which section of maritime sector they are and what experience in
number of years that they hold.
The results were that 21 respondents corresponding to 51% of the participants were
from the Regulation sector inclusive of the Maritime Administration and of these, eight
(8) regulators in the administration representing a percentage of to 40% have between
3-5 years of experience in the maritime industry. In addition to the above, 30% of the
participants which culminates into 12 respondents, hold a master’s degree in Maritime
affairs, however only 2 participants have completed an advanced course in Maritime
Accident Investigation as per the IMO course model. The other 20 respondents that
represent 49% of the respondents were from other divisions like; Enforcement
specifically the Uganda Marine Police and the UPDF, and agencies like UCAA and
UNRA. The results connote that 2 respondents from these sectors have received and
attained certificates in Port state inspections as per the IMO model course 3.09 and
safety investigations in line with the IMO model course 3.11 related to the 1978 STCW
convention. Results as well indicate 9 participants which represents 90% of the
respondents from police and UNRA have more than 5 years of maritime experience
with 60% equal to 3 participants of the police respondents having been part of at least
an investigation process.
With the above information, at a 95% confidence level, one can categorically imply
that the qualifications and experience of the regulators, have relevant background and
foundational studies necessary to execute their mandate, duties and responsibilities
according to the country’s national and International legislation.
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Figure 4. 1; Participation for data collection
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The next group of questions were concerned with the processes, methods and
procedures employed during the investigations.
Results indicate that 72.7% of the respondents slightly agreed that the Maritime
Administration is the most appropriate agency to carry out incident investigations with
27.3% strongly agreeing in the affirmative of the question. Other than Maritime
Administration, 98% of the respondents suggested to have Marine Police as the lead
agency in carrying out the investigations due to the following reasons;
“That given their proximity to the such regions, they easily take up
responsibilities of “First Responders” and hence an easy route to accessing
first-hand information. The police have a clearer relation and liaison with
community dwellers making interactions easy and always have a community led
support” (Senior Marine Police Officer).
“The forces world over act on instructions and orders which makes them quick
to take action. These are mostly deployed in such areas yet they are well trained
with a clear mandate of protecting people and their property” (Maritime
regulator)
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“Marine police have standby resources to take fast action making it easy for
them to access the scene of investigation and above all have plenty of readily
available man power”. (Maritime Regulator)
Part XIV, section 150 of the IWT Act, 2021 gives the Minister the discretion and power
to appoint a team of competent and professional investigators to carry out an inquiry
into the causes of any marine accident and make recommendations to him / her in
not more than 4 months. This team draws its mandate from IMO conventions relating
to Casualty, guided by IWT Act 2021 and the CI Code, 2008.
In a proceeding set of questions, respondents were asked of their opinions about the
core attributes whilst selecting a team of investigators. The table 3 below shows the
summary of their opinions.
Table 3. 2: Percentage opinions of respondent concerning attributes to team
collection
Core Attribute

Strongly

Slightly

Agree

Agree

Professionalism

54.5%

36.4%

Technical

9.1%

Competence

Neutral

Slightly

Strongly

Disagree

Disagree

0%

9.1%

0%

54.5%

0%

36.4%

0%

9.1%

36.4%

18.2%

36.4%

0%

Experience

27.3%

36.4%

9.1%

27.3%

0%

Unbiasedness

18.2%

45.5%

18.2%

0%

18.2%

Gender Sensitivity

9.1%

18.2%

27.3%

9.1%

36.4%

Expertise

From the replies, it clearly demonstrates that other than gender sensitivity, a team
selected to carry out an investigation should follow the IMO guidelines, specifically
the STCW, 1978 qualifications and the MSC Resolution 255 of the CI Code.
However, the respondents hinted on the involvement of other critical attributes that
they feel are important which are;
“team work, physical ability, ability to speak multiple languages, personal
certification, and organizational human resource capacity” (Captain of Ship)
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In regards to such responses, it definitely illustrates that the respondents clearly
understand the issues underlying the process of investigation within the country.
The next question was the reporting procedures of a Marine casualty investigation in
the country. Recalling that the IMO set out the reporting procedures of an inquiry into
a marine investigation as enshrined in the adopted MSC Resolution 255 Code of
International Standards and Recommended Practices for a safety Investigation into a
Marine Casualty or Marine Accident in 2008, outlined in the Mandatory Part II,
Chapter 14, paragraph 14.1, that requires all states to submit a final version report to
the organization for any marine safety investigation into a serious casualty (IMO,
2008).
Not forgetting reporting procedures as aligned with the National law, the IWT Act,
2021, Part XIV, Section 151 that requires the Investigation team to submit their report
to the Minister for publication and onward submission to IMO.
54.3% of the respondents agreed to the notion that the process follows the national
law, with 18.2% of the respondents refuting that analogy and 27.3% being neutral
about the procedure. Furthermore, 45.5% of the responses were recorded in the
affirmative for following the IMO guidelines, with the same percentage in the negative,
and 9.1% indecisive of the procedural reporting.
This is indicative that there is much more work to be done in this area to streamline
the process, this has always been a recommendation from different reports arising
out of the IMO Member State Audit Schemes (IMSAS) of a similar situation.
Respondents further clarified what ought to be done to enhance a clear reporting
procedure in the country.
“A senior respondent argues that the IWT Act, 2021 needs to make a
regulatory regime to give more procedural mechanism of participation and
complete investigation of such incidents on the inland waters” (Senior Marine
Police officer).
“Other than holding trainings and seminars to fully enhance the prerequisites
for a proper investigation reporting procedure, reporting is done to the minister
as per the IWT Act 2021. The Minister is often times unavailable, it should
therefore be decentralized to the Maritime department”. (Maritime Regulator)
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There is also need to have an integrated information management system to
handle data management and better reporting (Services Engineer)
The clarifications and the percentage of the respondents in the affirmative of the IWT
Act, 2021, point to the fact that the procedure with in the National law for reporting is
still not satisfactory as is with the IMO guidelines.
The next question was related to whether the method and process of investigation
covers all aspects involved in the incidence causations and impacts. The opinions
expressed on this question clearly indicate that the investigations carried out in the
country have not fully appreciated the aspects outlined in the CI Code for safety
investigations.
Results were that 45.5% of the responses were in agreement that all aspects are
covered during these investigations with 36.4% in total disagreement to the same.
18.2% were indecisive of whether or not all aspects are covered during the
investigations.
Responses indicate a below average coverage of issues for safety investigations.
Respondents stated that the following maritime issues are rarely covered during
investigations;
 Life below water
 Marine environment
 Water animal attacks
 Dangerous cargo on traditionally built boats
 The act of God for instance Lightning.
This demonstrates that the Investigation teams have to fully understand the SDG 14,
“Life below water” which is a core value for the IMO, the team needs to as well take
into consideration the content for MARPOL, 1978 to look out for the Marine
environment plus fully comprehend the Resolution 255 of the CI Code 2008.
The suggestions put forward by the respondents to enable for a 100% coverage of
issues relating to anyone given maritime incident are a replica of what the country
ought to accomplish since almost all the ideas put forward are covered in different
international legal backings.

34

“A fully competitive and professional team should always be constituted
following the international frame work of the IMO.” (Maritime Regulator)
The Casualty investigation code under the SOLAS, 1974 offer a clear guidance
to flag states on how a team of investigators should be constituted to conduct
an authentic and unbiased inquiry into an investigation. More to the above the
country’s national maritime framework specifically part XV, section 150 and 151
lay out the chronological steps and circumstances under which a minister can
institute a team to carry out an investigation into a maritime incidence.
“The country toll free distress call centres be well equipped with trained fast first
responders at all levels, a national incidence database be instituted very fast to
guide investigation process improvements, strategically establish Response
sub centres across inland water islands plus awareness safety campaigns to
easily report incidents to the concerned authorities for a quick action” (Senior
Marine police officer)
The SAR convention to which the Uganda acceded to and also a guide to a
safety investigation mandates all member states to offer search and rescue
services to any ship, whether domestic or foreign within its region. In offering
this service, the IAMSAR manual volume II guides on the establishment of well
resourceful rescue coordination centres with a national database and trained
responders of an incident. Such national databases are a point of reference in
extraction of data useful during the investigations.
“Other than getting all the maritime staff comprehensively trained in safety
investigations, there should be an advocate for the involvement of all
stakeholders during the investigation” (Marine Licensing Officer)
Whereas a safety investigation may not fully cover every aspect involved in an
accident, involvement of all stakeholders concerned is a key aspect in attaining
a more truthful and comprehensive reporting.

4.2

National Law and International Framework on Casualty Investigations

The proceeding set of questions relate to dissemination, comprehension, and practice
of the National and International framework on casualty Investigations. Recalling that
Uganda became the 169th member state of the IMO in 2009 (UN Atlas of the Oceans,
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2009) constituting of the 15 African land locked states (IMO, 2009), ratified 8
conventions including the ones guiding Casualty incidences. An opinion from the
responders about their dissemination, comprehension and practice in the maritime
industry revealed:
Figure 4. 1: Respondent’s opinion showing IMO conventions performance in
the country.
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The results demonstrate the convention are sufficient to guide a proper procedural
process for a IMO guided safety investigation although the comprehension and
practice of the same is still at a lower end of saturation.
In spite of the country’s ratification to a number of conventions mandating and guiding
casualty investigations, Uganda has to further ratify the Convention for the
suppression of Unlawful Acts against the Safety of Maritime Navigation (SUA). 1988,
plus the Nairobi International Convention on the Removal of Wrecks. A convention
adopted in May 2007, that states reference to legally remove and or have removed
shipwrecks that may pose potential adverse negative effects on the safety of lives,
cargo and property as well the marine environment. It sets straight international
guidelines for a prompt and effective removal of wrecks (IMO, 2007).
The next question sought to get respondent’s opinions whether the current
investigation processes is guided by different international legal framework,
specifically UNCLOS, SOLAS, MARPOL, Load lines Convention and CI Code.
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As earlier discussed in chapter two, states draw their mandates and authority from
the above international conventions to cause an inquiry into any marine incident in its
waters whether it involves a foreign ship or domestic one. The results of the
respondents’ opinions about the processes being guided by different conventions
were as below;
Table 3. 3: Percentage opinion for the Guide of International and National
frame work on Casualty Investigation
Convention

Strongly

Slightly

Agree

Agree

UNCLOS

9.1%

45.5%

SOLAS

27.3%

MARPOL

Neutral

Slightly

Strongly

Disagree

Disagree

18.2%

9.1%

18.2%

36.4%

9.1%

9.1%

18.2%

36.4%

36.4%

0%

9.1%

18.2%

STCW

45.5%

36.4%

0%

9.1%

9.1%

Load Lines

27.3%

45.5%

9.1%

0%

18.2%

CI Code

18.2%

54.5%

0%

18.2%

9.1%

IWT Act

27.3%

45.5%

9.1%

9.1%

9.1%

The percentage opinions by the respondents demonstrate that their trust in the
existing international and national framework is sufficient to guide the casualty
investigation process. This however cannot go without mention that the percentages
in those that disagree with the framework should be a point of address as they could
hold alternate views on the same.
For instance, a respondent argues that According to the Lake Victoria Transport Act,
2007 specifically Part XV titled “Inquiries and Legal Process”, sections 223-224 and
226 offers a legal mandate for clearer and proper inquiries into a maritime accident.

4.3

Processes aboard Vessels during emergency situations

The next set of questions sought to get the opinions of how different ships and crews
are prepared to handle emergency situations whilst on board a vessel. Common
emergency situations like fires, man over board, LSAs during abandonment of a
vessel are serious and if not handled carefully can easily become a catastrophe. IMO
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instituted an International Code for Fire Safety Systems under the SOLAS to curb the
risk of fire and aid in emergency response aboard ships. This is provided for under
chapter II -2 of the convention. It further adopted the International Life Saving
Appliance (LSA) code as a mandatory code in the SOLAS convention to offer
technical requirements for the manufacturing, testing, maintenance and record
keeping of life saving equipment. More to note is under the STCW, 1978, the
organization drafted courses for Personal Survival Techniques for training of “Man
Overboard” to curb such unforeseen circumstances.
The opinions of the respondents about these basics are as summarized below;
Table 3. 4: Percentage opinion response to Emergency response on board
Emergency situation

Adequate
trained

and
crew

Strongly Slightly

Neutral

Slightly

Strongly

Disagree

Disagree

Agree

Agree

well 18.2%

27.3%

9.1%

27.3%

18.2%

63.6%

9.1%

9.1%

18.2%

45.5%

9.1%

18.2%

9.1%

45.5%

0%

9.1%

36.4%

27.3%

0%

9.1%

0%

aboard

vessels
Adequate equipment to 0%
deal with Fire on board
(FSS)
Adequate

basic

Life 18.2%

Saving Appliances (LSA)
code
Enough

well

trained 9.1%

divers to deal with man
overboard
Common language used 63.6%
on board and understood
by all
The responses demonstrate a level of adequacy and adherence to both the FSS and
LSA codes as enshrined in the SOLAS convention though more needs to be done in
regards to the PST as per the STCW convention.
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The percentage opinion of the respondents that slightly agree with the argument that
there is adequate equipment to deal with a fire on board a vessel, is indicative of the
non-adherence to the FSS code in Uganda. Fires aboard vessels is a rare occurrence
but in the event that it sprouts up, it can be devastating and immensely dangerous as
it poses a surmountable threat to the crew and ship in a shortest time possible. The
most recent of a fire occurrence was reported by a daily paper, “Reuters” on the 22nd
February 2022, on the ship “Felicity Ace” carrying Volkswagen cargo from Germany
to Rhode Islands in the USA, the fire that occurred adrift the coast of Portugal, had
the 21 crew members evacuated and was later contained though it dismantled lots of
cargo (Reuters, 2022). Therefore, extinction of a fire on a vessel is dependent upon
the established fire plan aboard a vessel and how flexible the crew can work together
as a team to curtail the further spread of flames and smoke to other parts of a ship
(PHILIPPE, 1999).
The FSS code is a set of different international treaties by the IMO under SOLAS
designed to reduce the risk of fire and aid in emergence response aboard a vessel.
Most of the components of the code were constructed after an occurrence of high
profile passenger ship disasters over time. This code therefore covers among others
the following: Extinguishing system that involves among others Portable fire
extinguishers and their specifications, fixed gas fire extinguishing systems, Auto
sprinklers, fire detection and fire alarm systems and fixed emergency fire pumps;
Personal protection that involves firefighting equipment and breathing apparatus; Fire
detection and alarm systems; and a means of escape (PHILIPPE, 1999). Whereas
Uganda has not reported a vessel under a fire attack in many years, it is imperative
to get crew teams together through drills to prepare for such an occurrence in future.
A slight difference in the percentage of opinion towards the adequacy of LSA aboard
vessels in the country was registered. However, the registered percentages in the
affirmative of the equipment is very minimal and not significantly sufficient enough to
rely to completely agree with the statement. According to the IMO, carriage of life
saving appliances was made mandatory for all passenger ships as life is very
paramount. A vessel is therefore considered seaworthy if it complies with the
minimum requirement of life saving equipment on board set straight by the LSA code.
According to SOLAS, the LSA code comprises of the following equipment among
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others; life buoys, life rafts, life jackets, life boats, rescue boats, hand flares, buoyant
smoke signals, public address system among others.
A respondent stated that the above is yet to be enforced on the Ugandan waters which
has left the sector seated on a time bomb.
Finally, but not least is the response percentage on the adequacy of well-trained crew.
Whereas there is a percentage that strongly agrees in the affirmative to that question,
the biggest percentage of the responses are skewed to the negative – it simply
connotes that the vessels lack adequate trained divers to counteract the man
overboard (MOB) syndrome. The STCW course on MOB offers the best practices on
prevention and rescue of the victims. It entails a training in PST and preparation for
the worst occurrence of a MOB. It is a mandatory requirement for all especially
passenger vessels and ocean going ships to have well trained and certified divers on
board to curb the situation.
“Always seek for help by activating emergency call, specifically the toll free dialling of
110 and no matter the situation, keep calm and let the master, chief engineer and
officer on watch informed of the situation” (Senior Marine Police officer)
“The level of sensitization regarding emergency situations is still inadequate”
(Maritime Regulator)
The above opinions point to a level of understanding of a line of command whilst on
board and the level of concern to seek for emergency rescue during such emergency
situations.

4.4

Marine Casualty Handling

The other set of questions were related to the after effects of an incident, the study
sought to find out whether the government or concerned authorities have an MOU or
any kind of understanding with a health agency to offer medical aid to the victims of
circumstance. A victim of a marine accident can develop post-accident traumas that
may never heal or take long to health which could lead the development of significant
bias towards maritime transport. Victims of such accidents at times loose valuable
property, others lose their lives and or relatives to such incidences, when not
managed well can cause a significant impact on the growth and or development of
the sector. When the respondents were asked about the government involvement in
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the victims of such accidents, the results summarized in the table below show their
percentage opinion on the selected situational questions.
Table 3. 5: Percentage opinion of respondents related to the handling of
Casualty Victims
Marine

casualty Strongly Slightly

handling

Neutral

Slightly

Strongly

Disagree

Disagree

Agree

Agree

There is a health agency 18.2%

27.3%

9.1%

0%

45.5%

18.2%

9.1%

18.2%

36.4%

9.1%

18.2%

9.1%

36.4%

to

offer

medical

first

aid

or

assistance

to

victims
Casualties receive Post 18.2%
trauma treatment
There is an insurance 27.3%
policy that compensates
victims
It is very clear from the above percentage opinions of respondents that marine
casualty victims on a bigger extent take care of their health including but not limited
to counselling or post trauma care.

4.5

Contributions to Major maritime related incidents

Second lastly, the research intended to populate the major causes of Marine
accidents in Uganda to seamlessly focus the recommendations for their possible
elimination. Uganda’s maritime transport is highly dominated with traditionally
unregistered and unlicensed built boats, characterized with a high degree of informal
sector that are highly untrained as per the STCW. The results of the opinions of the
respondents are shown in the chart below.
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Figure 4. 2: Percentage opinions of the Major causes of Maritime accidents in
Uganda

Percentage Response per cause
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From the analysis above, the major causes of maritime accidents are ranked from the
high dominance of traditionally built boats which certainly is meant to be answered by
the SOLAS convention. Recalling that the SOLAS was as a result of the deadly Titanic
Incidence in 1912 which left more than 1,400 people dead, the SOLAS was adopted
with a main objective of specifying the minimum standards of construction, equipment
and operation of ships (IMO, 2019).
A low intensity in the public safety campaigns can as well be addressed by SOLAS
though this comes with lots of causation to that intensity. From the chart still the
untrained crew have a significant contribution to the cause of these accidents, this
can be addressed by the STCW convention and specifically the IMO model courses
of 3.09 and 3.14, certainly in conjunction with the PST courses under STCW. A poor
dissemination and Implementation of the IMO Conventions as well has a toll on the
safety of maritime transport and if not urgently attended to, a big catastrophe is bound
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to occur. When the respondents were asked to state any other causes of accidents,
the answers were;
“Lack of aids to navigation and marine notices about weather changes, over loading
of vessels, lack of collaborations with other MDAs like the Meteorology authority,
Beach managers and poor FAL Convention adherence.” (Maritime Regulator)

4.6

Results of Casualty Investigations

Finally, the last question dealt with the impacts that Casualty investigations have had
on maritime transport and response chart below summarizes the opinions of the
respondents.
Figure 4. 3; Impacts of Casualty Investigation

Impacts of Casualty Investigation Response Chart
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#REF!

According to the analysis as per chart above, on a larger extent respondents agree
with the notion that there is an increased private investment in the maritime sector as
well as an increased use of water transport. As the country tends towards an
increased use of Water transport to move Cargo within the neighbouring countries,
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(National Development Plan (NDP) III), the respondents too disagree that there is a
decrease in water transport usage to transporting cargo.
CHAPTER FIVE

5.0

DISCUSSIONS, CONCLUSIONS AND RECOMMENDATIONS

5.1
DISCUSSIONS.
The research study’s motive was to assess the potential impacts that casualty
investigations would render to maritime safety and security of the country,
Uganda. As a way of attaining the objective, the study employed a qualitative
method of approach to critically scrutinize, study and attain major findings from
the data collected primarily by method of questionnaires and make meaning
out of it to constructively achieve its aim.
Therefore, preceding chapter presented the findings and results of the
opinions from respondents sampled from different subsectors of the Micro
maritime economy of the country to understand how casualty investigations
are carried and by what methods. The results as well indicate the major
causations of maritime incidents. Whereas the country has acceded to the
major conventions guiding casualty investigations, the results reveal the
missing gaps in compliance to the international legal guidelines to a
meaningful safety investigation.
The results continue to demonstrate the opinions of respondents on the safety
standards on vessels, how emergency situations aboard a vessel are handled,
the results of the casualty investigations and the effect and alignment of the
national law to casualty investigation processes.
5.2
CONCLUSION
The recommended maritime safety casualty investigation is a non-theoretical
and composite undertaking; it is only commended to qualified and
professionally competent investigators to conduct such investigations as per
the guidelines enshrined in Chapter 15 of the CI code and Resolution A. 1070
(28) of the III Code.
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The authority to mastermind a marine casualty investigation in Uganda is
guaranteed by IMO international legal backing instituted in UNCLOS 1982,
SOLAS 1978, MARPOL, 1974, the Load Lines convention, 1966 and the
national frame work enshrined in the Inland Water Transport Act (IWT) 2021
and the Lake Victoria Transport Act 2007 and guided by the Casualty
Investigation Code, MSC Resolution 255 (84), 2008 and the III code for which
the country subscribes to.
To finally grasp the objective of the study, conclusions were presented
answering the research questions proposed;
RQ 1; What are the common processes in emergency situations on board in case of
an incident?
As is stipulated in the SOLAS convention chapter II-2 in specific regards to the LSA
Code and the FSS code that deals with personal safety and dealing with fire
respectively, all the conventionally built vessels in the country have an 80%
adherence to these codes. The main problem arises when the traditionally built
vessels get into the discussion. Despite the adherence to personal saving equipments
specifically the life jackets as per the LSA code, many passenger vessels go about
without any form of adherence to the FSS code, this is a seating time bomb for the
Maritime industry in Uganda.
Furthermore, from data collected the respondents point to the fact that 95% of all
vessels move without divers, in case there is an emergency situation of man over
board, there is a likelihood of having a life lost without hesitation-the STCW
concerning Man overboard training for vessels could easily rectify this concern.
RQ 2; How are Maritime casualties handed during and after the investigation?
The country has taken positive steps to ensuring a safe and secure maritime transport
sector in the country, this is visibly witnessed by a number of activities taking shape
in the country including but not limited to having a better guiding legal regime (IWT,
Act 2021), having many persons trained in maritime affairs, signing Memoranda with
Insurance companies and above all, the country is jointly implementing a Multinational
Lake Victoria Maritime Communication and Transport (MLVMCT) Project with her
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neighbours that share lake Victoria. This project is aimed at establishing a system for
maritime communications to ensure safety on the lake and includes implementation
of a Maritime Rescue Coordination Centre (MRCC) plus Search and Rescue (SAR)
Centres (Ministry of Works and Transport, 2017).
Currently, casualties take care of themselves as all the facilities are only being
implemented. It is evidently true from the respondents’ data that there is no insurance
policy responsible for compensation of any life or property lost during maritime
accident occurrences though the authorities are signing Memoranda with insurance
companies.
However, with the negative effects surrounding the Maritime transport in the country,
there is evidently a high level of private investment in the sector given the positive
direction the industry is taking.
RQ 3: Are the current processes and methods for maritime casualty investigation
adequate for Uganda?
The country is an active member of the IMO that recognizes the requirement to cause
an inquiry into a marine accident as guided by the CI code. The code lays down the
procedures and the guidelines to follow to effectively produce a commendable report.
The processes and procedures are adequately enough to enable a competent
reporting procedure and investigation. However, there were noticeable gaps identified
from the data collected, it is indicative that Uganda lacks qualified and certified
personnel as per STCW to conduct the investigation.
More to note is that ever since the IWT Act, 2021 came into force in January 2022,
the country has not recorded any serious maritime accident to cause an inquiry, this
means that the new legal regime has not yet been put to a test in regards to safety
investigations. Furthermore, there are no regulations to the Act in regards to
constituting a team to carry out the investigation, which leaves the authority entirely
to the Minister to put together a team as he deems fit.
Finally, as earlier discussed, the main cause of the many maritime accidents is the
high dominance of traditionally built boats with no standards. The legal regime is yet
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to draft a regulation to curb this vice. It is however worth noting that the country is
taking positive steps in ensuring a safe and efficient maritime sector.
RQ 4; Is the National law in the country adequate and sufficient enough to comply
with the Marine Casualty Codes of SOLAS?
Previously, the country’s maritime legal regime was characterized by fragmented and
archaic laws that lacked modernity in regulating water transport in the country. These
were formulated in early 19th century. However, with President ascending to the IWT
Act in 2022, the maritime legal regime attained a new direction manage, regulate and
develop an efficient, safe and secure maritime transport.
Therefore, to appropriately answer the above research question, the national laws
completely align the SOLAS convention and the Codes of SOLAS are a full back up
for any omissions and mishaps in the national law.

5.3

LIMITATIONS AND FUTURE RESEARCH
There arose some methodological challenges that emanated from the data collection
limitations that hindered the dissertation study. Conducting research in fields that
have limited information, in this case, a landlocked country with limited information
about maritime, can tend to parade distinctive disputes which calls for unique heed
from a researcher (Thummapol, Park, Jackson, & Barton, 2019). First and foremost
was the voluntary participation from the respondents during data collection which
faced recognizable repulsion. Collection of this data came with a challenge as
participants demanded for a monetary exchange with the provision of this data which
definitely resulted into a significant non response rate which posed a severe challenge
on the sample size.
Second to this was the limited sources of secondary data within the country
concerned with Maritime transport owing to the fact that there is no national database
to archive such information coupled with a new Maritime administration department.
This definitely made the analysis of primary data collected harder to compare and
analyse. The wide research questions and their breakdown was the other stampede
as the analysis of the available data to output clear meaning and conclusions to the
same
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Furthermore, the methodology deployed in this dissertation study does not lead to
conclusive findings since it is not descriptive in nature. It is attributed to its nature of
data which is non-statistical and not in tabulation format. It therefore made it
complicated for the author to make generalized conclusions about the population of
interest.
Despite the above challenges, this research can add value and or contribute to current
academia although future research into the categorization of different types of ships’
casualty investigations is needed to confirm the results of this study.

5.4

RECOMMENDATIONS

Whereas on a larger extent, the potential impacts on maritime safety and security in
Uganda are positive, there is pretty much to improve and work on to further eliminate
the negative impacts that can cause an unsafe and insecure sector.
The recommendations deduced from this research study for further having a safer
and secure maritime transport are mainly technical and operational in nature. The
principal recommendations in this dissertation are intended to improve casualty
investigation, and enable for a safer and secure water transport sector.
In order to have professionally competent investigators, the Maritime administration
ought to establish a training program to enable the investigators attain the
competence and understanding of casualty incidents. So as to comply with the
international standards, the IMO model course 3.11 is the most suitable training that
investigators constituted by the IWT, 2021 and appointed by the minister have to
possess to prove their competence. This is an international compliance as per the
IMO.
The casualty investigations should not only identify the active causal factors or failures
that led to an accident happening, but should as well encompass all failures in the
chain of responsibility. They should be masterminded by well trained professionals
with the support of the relevant authorities and should at all times hold an independent
mind taking into consideration not to take part in an investigation where they could
hold a conflict of interest.
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Given the high dominance of traditionally built boats in the maritime transport of
Uganda which are not subject to international regulation, a special attention by the
authorities should be drawn towards them as this can be a blind spot in maritime
safety. Since the state has a duty and mandate to prevent maritime accidents and
safe guard its people, regulations and marine notices guiding such boats that are not
easily adaptable to high tech, should be instituted in line with the already existing legal
maritime regime.
Finally, the maritime administration of the country needs to establish a division or
department solely responsible for Casualty investigation for easy reporting as per the
IMO CI Code procedures. Noticeable to mention is the inadequate financial resources
advanced to the authority to effectively facilitate and coordinate the activities. It is
recommended that the government of Uganda invests a lot more financial resources
in maritime transport to enable for its development, safety and security.
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